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1.0 Introduction 
 
The Blue Route Hubs Bikeway Project is a collaboration between Bicycle Nova Scotia (BNS) and several 
communities in Lunenburg County, including the Town of Bridgewater. The project is intended to help 
communities evaluate their potential to develop bicycle routes that make residents of all ages and 
abilities feel comfortable cycling in their community and encourage active transportation. There are two 
main deliverables in the project. The first is a suggested bicycle network plan as presented in this report 
(Phase 1), and the second is an in-depth evaluation of one of the routes in the bicycle network plan, 
which will be developed in Phase 3.  Phase 2 of the project bridges the gap between the first and third 
phase by selecting the route from the bicycle network plan to take forward for in-depth evaluation. The 
work conducted in Phase 1, which is covered in this report, includes analyzing existing cycling conditions 
in town, incorporating feedback from town staff and relevant stakeholders, and applying an all ages and 
abilities approach to network planning.  
 

1.1 Background  
 
The Town of Bridgewater is the largest town in the South Shore region with a population of 8,532 and a 
land area of 13.63 km2 based on 2016 Statistics Canada census data. Bridgewater acts as an important 
service hub for the much broader population within Lunenburg County. The town is bisected by the 
Lahave River, creating two distinct areas on either side of the river. There are four existing bridges that 
cross the river, namely the Old Bridge, New Bridge, Centennial Trail Bridge, and Highway 103 though the 
latter is used primarily by regional traffic.  The town is home to many businesses and amenities including 
a mall, community centre, and several schools.  
 
Cycling to work on a regular basis is uncommon within the town, with 0% of residents reporting cycling 
as their main mode of travelling to work in the 2016 Statistics Canada census. Walking to work was more 
common, with 9% of commuters travelling by foot as their primary mode. However, within the Town of 
Bridgewater, motorized travel is the dominant form of commuting, with 80% of commuters travelling to 
work via single occupancy vehicle while a further 8% carpool. Bridgewater also recently launched a 
single route public transit service, but mode share data for the service is not yet available.  
 

1.2 Existing Cycling Network 
 
The town has several existing off-road and on-road routes for cyclists. One of Bridgewater’s greatest 

assets in their existing network is the Centennial Trail, a non-motorized multi-use pathway that serves 

active transportation users, particularly by providing access to the many destinations along Lahave 

Street. The pathway also acts as a popular recreational route that connects with the Adventure Trail and 

the Bull Run Trail to form part of a long-distance trail.  The path is primarily unpaved except for a small 

paved section along Lahave Street. Bridgewater additionally has several shorter trails within its 

boundaries, though not all of them are accessible for bicycles due to the surface condition and/or width. 

The majority of these trails are town-owned though a few are under private ownership.  

For on-road routes, the town has designated 1.6 km of Glen Allan Drive and 3 km of North Park Street, 

York Street, and Alexandra Ave as designated shared bicycle lanes that have “sharrow” pavement 

markings and signage applied at regular intervals to increase awareness of cyclists using the road. Figure 

1 shows the existing trail and on-road routes. 
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Figure 1- Existing Trails and Shared Bicycle Lanes in the Town of Bridgewater 
 

1.3 Active Transportation Plan and Other Policies 
 
The Town of Bridgewater has an Active Transportation Plan that was developed in 2008. Approximately 
60% of the goals in the plan have been completed, and the town intends to develop a new Active 
Transportation Plan in 2019. The 2008 Active Transportation Plan identified cross-sections for 
accommodating cyclists and pedestrians within existing right-of-way widths as well as created a 
hierarchy for active transportation routes. The 2008 plan predominately proposed shared-use lanes for 
accommodating cyclists, with only primary routes, a small percentage of overall proposed active 
transportation routes, using either bike lanes or multi-use paths. Since 2008, significant progress has 
been made in bicycle facility planning and design that is described in more detail in Section 2.0. New 
guidance does not consider shared use lanes as appropriate accommodation for cyclists, and it is now 
understood that a relatively close-knit grid of bicycle infrastructure is needed to induce mode shift 
towards cycling. The forthcoming update to Bridgewater’s Active Transportation Plan presents the ideal 
opportunity to incorporate this new approach.  
 
The Town of Bridgewater has numerous policy documents that include promotion and development of 
active transportation. In particular, one of the goals of the 2018 Community Energy Investment Plan 
(CEIP) is for “investments in walking and cycling infrastructure [to] allow 50% of short distance trips to 
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be done by foot or by bicycle”. The CEIP specifically identifies the length of physically separated cycling 
lanes as a recommended indicator for the town to measure their success at making cycling accessible to 
the general population.   
 

1.4 Benefits of Cycling  
When transportation infrastructure is designed to accommodate cyclists, there can be significant 

benefits for the community. In North America, including Nova Scotia, design for cyclists has followed 

principles of vehicular cycling, which promotes cyclists sharing space with motorists with little to no 

special accommodation. This has resulted in low cycling usage and a perception of cycling as a niche 

form of transportation. Recent design guidance, as described in Section 2.0, shows that there are ways 

to design roadway infrastructure that makes cycling appealing to the broad population instead of a 

limited minority. By making cycling more accessible to the general population, the benefits can reach 

more individuals as well as the community at large. These benefits include the below:  

• Cycling is an affordable form of transportation that doesn’t require a license. Designing 

for cyclists can help people save without compromising safety and convenience and can 

build equity within the community by providing another option for those who can’t 

drive such as children or low-income residents.  

• Incorporating cycling into a daily routine can improve health, and thereby, reduce the 

load on the healthcare system.  

• Cycling has benefits to the environment. Using a bicycle doesn’t create greenhouse gas 

emissions. 

• Cycling can increase the range of travel for an active user. At a relaxed pace of 15 km/h, 

it would only take 20 minutes to cycle 5 km.  

• Cycling infrastructure is cheaper than building more roads for cars. If more users can be 

attracted towards cycling, the municipality can spend less on their transportation 

network.  

• Cycling has a growing market in the tourism industry. A study on the Rum Runner’s Trail, 

which connects to Lunenburg, showed the trail generated $3,000,000 of spending in 

2016. 1 

1.5 Cycling Potential in the Town of Bridgewater 
 
One barrier to active transportation that many small towns and rural communities have is that their 
residents often commute long distances to work; however, the Town of Bridgewater does not have this 
problem. Census data shows that 67% of the population lives and works within the town. As well, 
Bridgewater possesses many amenities including shopping centres, schools and recreation areas that 
are all located within reasonable cycling distances for its residents. There is high potential for cycling to 
become an effective mode within Bridgewater with appropriate infrastructure and encouragement. 
 
  

                                                           
1 Gardner Pinfold, 2015. Economic Impacts Study for the Rum Runners Trail. Available from: 
http://bicycle.ns.ca/wp-content/uploads/2017/05/6RRT_Report_Nov2016.pdf. [accessed April 1, 2019]. 

http://bicycle.ns.ca/wp-content/uploads/2017/05/6RRT_Report_Nov2016.pdf
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Figure 2 is a travel time map, that shows how far a 
cyclist can travel from the Old Bridge in 15 minutes. 
Due to the Town’s compact size, almost the entirety of 
the town’s road network can be reached in that short 
time.  In the last few years, Bridgewater has made 
several significant investments in sustainable modes of 
transportation, including a new transit system and 
pedestrian and streetscaping improvements on King 
Street in their downtown. Investing in cycling has the 
potential to complement these modes and create more 
opportunities for residents to use sustainable ways to 
travel.  
 

2.0 Design Philosophy   

Traditionally, North American bicycle design has treated cyclists similar to vehicles and offered limited 

accommodations for cyclists in roadway design. Cyclists are generally expected to act like vehicles and 

are often required to navigate heavy traffic routes. In consequence, most people do not feel 

comfortable cycling in North American communities.  

Bicycle facility design guidance has evolved considerably in Canada in the last few years in an effort to 

make cycling an acceptable and attractive mode of travel for the general population. Evidence from 

European jurisdictions, where a high percentage of town residents commute by bicycle, as well as a 

growing body of knowledge and experience in North America has shown that when interaction with 

motorized traffic is limited, cycling can be an attractive travel option for people of all ages and abilities. 

Contemporary design and planning principles now strive to physically separate bicycle and vehicular 

traffic and ensure that mixing occurs only where vehicle traffic volumes and speeds are restricted by 

roadway design. In order to achieve the highest impact, cycling infrastructure needs to be designed to 

achieve this high-quality level that will accommodate and be attractive to the broad population. 

In 2017, the Transportation Association of Canada (TAC) issued new bicycle facility design guidance in 

Chapter 5 Bicycle Integrated Design of the Geometric Design Guide for Canadian Roads that focuses on 

designing cycling infrastructure for the largest segment of the population.  The guidance focuses on 

bicycle facility types including protected bicycle lanes, bicycle paths and bicycle boulevards. It also takes 

a stance on older bicycle facility types including shared bicycle lanes and unmarked wide curb lanes, 

indicating that these do not serve the design user of cyclists. Figure 3 below shows TAC’s suggested 

facility type based on speed. The TAC guide also includes a detailed section that addresses additional 

factors, including motor vehicle volumes, heavy truck traffic and cyclist volumes.  

This study will use Chapter 5 as a benchmark for evaluating the existing transportation network’s 

suitability for bicycling and as a guide for its recommendation.  

Figure 2- Residents of Bridgewater can travel far 

from the downtown with only 15 minutes of 

cycling    
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Figure 3- Bicycle Facility Types based on Roadway Speeds, from Figure 5.4.1 in TAC’s 2017 Geometric 

Design Guide for Canadian Roads 
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2.1 All Ages and Abilities Bicycle Facilities  
All Ages and Abilities facilities are commonly narrowed down to only bicycle boulevards, protected 
bicycle lanes, and bicycle/multi-use paths.  As not all these facilities are common in Nova Scotia, a 
description of each of them is provided below.  
 

2.1.1 Bicycle Boulevards  
 
Bicycle boulevards are local roads where bicycle 
movement is prioritized and motor vehicle 
speeds and volumes are low. Chapter 5 of the 
TAC Geometric Design Guide for Canadian Roads 
suggests that bicycle boulevards are typically 
appropriate at motor vehicle speeds of 30 km/h 
or less and traffic volumes less than 2,500 
vehicles per day, or at motor vehicle speeds of 40 
km/h or less and traffic volumes less than 1000 
veh/day. Traffic calming or diversion may be 
needed to maintain the speeds and volumes 
below these thresholds.  
 
A key characteristic of bicycle boulevards is that 
they are not used as a through route for cars. 
For motor vehicles, they take on a local function, primarily providing access.  This creates a more 
comfortable experience for cyclists, as they would be passed by motor vehicles at a low frequency. 
Traffic diversion using features such as diagonal diverters or directional closures may be needed to 
ensure the road has a local function.  
 
Bicycle boulevards will include crossing treatments such as bicycle actuation at traffic signals to allow 
cyclists to cross major roads. Untreated major road crossings often form a significant barrier, and are 
important considerations in bicycle boulevard design. At minor roads, priority is generally given to 
cyclists through the re-orientation of stop signs.  
 
 
 

Figure 5-Traffic calming may be needed on the bicycle boulevard to promote slower 

motor vehicle speeds (Photo: Matt Woo) 

Figure 4-Bicycle boulevard in Seattle, Washington  
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2.1.2 Protected Bicycle Lanes 
 

Protected bicycle lanes are on-road facilities that provide 

vertical separation between bicycles and motor vehicles 

using elements such as parking stops, delineators or 

concrete curbs.   Chapter 5 of the Geometric Design Guide 

for Canadian Roads suggests they can be appropriate 

facilities on roadways with traffic volumes of 4,000 veh/day 

or greater and speeds between 30 and 80 km/h.   

As with all bicycle facilities, the design of intersections is of 

critical importance. Intersection design may include the use 

of bicycle signal phases, protected intersections, two-stage 

left-turn queue boxes or other treatments.  

 
 
 
 
 
 
  

Figure 7-Protected bicycle lane using concrete curb in Edmonton, 

AB (Photo: Lindsay Vanstone) 

Figure 6-Intersections are of critical importance in 

bicycle facility design.  The intersection above uses a 

bicycle signal phase.  

Figure 8-Protected bicycle lane using painted buffer and 

flexible bollards in Halifax, NS  
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2.1.3 Multi-use and Bicycle Paths  
Multi-use and bicycle paths are designated spaces for 

active transportation that are either located in the 

roadside or along an independent corridor (such as a rail 

trail). Multi-use paths are shared by bicycles and 

pedestrians while bicycle paths are only for cyclists. 

Generally, bicycle paths are applied in conjunction with 

sidewalks, but space for each of the modes is clearly 

distinguished by the height, colour or texture of the 

facility, or through a buffer space. Multi-use paths 

typically accommodate two-way cycling and walking, while 

bicycle paths can be either one-way or two-way.   

Multi-use paths are generally applicable for areas with 

low user volumes or low mix of user types. For moderate 

to high usage or mix, separation of cyclists and 

pedestrians is preferred to avoid user conflicts.  A study conducted by the Cycling in Cities programs 

showed that multi-use paths were generally less safe compared to other cycling facilities like protected 

bicycle lanes or bicycle boulevards on residential streets2. Safety of multi-use paths can be improved 

through design aspects like having a smooth, paved surface, eliminating obstacles like benches and 

bollards, including lighting, and separating bicycles and pedestrians2.  

When multi-use pathways or two-way bike paths are placed adjacent to a roadway, there can be 

increased risk at intersection and driveway crossings, particularly for cyclists riding against traffic. 

Methods of mitigating these risks include raising the pathway across the driveway or intersection, using 

signage to clarify right of way, reducing curb radii, and using the “bend-out” crossing treatment.3  

 

                                                           
2 Techke, Kay, 2018. Off-street paths and multi-use paths. Available from:  http://cyclingincities-
spph.sites.olt.ubc.ca/files/2019/03/Landscapes-Paysages-2018.pdf. [Accessed March 28, 2019] 
3Toole Design Group, 2018. Sidepath Intersection and Crossing Treatment Guide. Available from: 
https://www.michigan.gov/documents/mdot/2018-06 
28_Sidepath_Intersection_and_Crossing_Treatment_Guide_FINAL_with_Appendices_635121_7.pdf. [Accessed 
March 28, 2019] 
 

Figure 9- The Centennial Trail in the Town of 

Bridgewater is an example of a multi-use path 

following an independent corridor.  

Figure 10-Bicycle paths and sidewalks are clearly 

distinguished using colour on Spring Creek Drive in the 

Town of Canmore, AB. Pedestrians and cyclists cross the 

minor road using a raised crossing. (Photo: Maggie Boeske) 

Figure 11-The Maryann Corbett Trail is a multi-use 

pathway that parallels Grand Lake Road, connecting 

Sydney, NS to highway-oriented developments outside the 

town. (Photo: CBRM) 

http://cyclingincities-spph.sites.olt.ubc.ca/files/2019/03/Landscapes-Paysages-2018.pdf
http://cyclingincities-spph.sites.olt.ubc.ca/files/2019/03/Landscapes-Paysages-2018.pdf
https://www.michigan.gov/documents/mdot/2018-06%2028_Sidepath_Intersection_and_Crossing_Treatment_Guide_FINAL_with_Appendices_635121_7.pdf
https://www.michigan.gov/documents/mdot/2018-06%2028_Sidepath_Intersection_and_Crossing_Treatment_Guide_FINAL_with_Appendices_635121_7.pdf
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3.0 Network Planning Process 

The network planning process was based on stakeholder engagement, available data like traffic volumes 

and speeds, and regional and local connectivity. In developing the network, consideration was given to 

the barriers posed to cycling from the perspective of users of all ages and abilities. As well, it was also 

looked at from the perspective of the utilitarian cyclist, by considering elements like directness, access 

and personal safety. Personal safety encompasses the social aspects of safety as opposed to the traffic 

aspects. It considers whether cyclists can comfortably travel without fear of other people causing them 

harm.  The Dutch CROW manual indicates that personal safety is particularly important to consider 

when the bicycle route is in “green, quiet or out-of-the-way places” or at “bridges, viaducts, and 

underpasses.”4   

3.1 Stakeholder engagement  
The Town of Bridgewater’s Active Transportation Committee was consulted several times in the process 

of developing the proposed bicycle network. At the first meeting in September 2018, Bicycle Nova Scotia 

(BNS) presented at the Active Transportation Committee meeting and asked for input on current 

barriers to cycling and critical destinations within the town. This input was incorporated in Section 3.2 

and in developing the proposed bicycle network in Section 4.0. With limited crossings to connect the 

east and west side of town, the Old and New Bridges were two significant barriers that were identified 

by the Active Transportation Committee in this first meeting. On the Old Bridge, cyclists have to ride 

with busy traffic on a rough metal grating, while pedestrians walk on a wood sidewalk that was felt to be 

too close to traffic. On the Victoria Street bridge, cyclists similarly have to share the road with busy 

traffic as there is no cycling specific accommodation. The Centennial Trail bridge (Figure 12) provides a 

traffic-free crossing but is out of the way for many utilitarian trips.  Other barriers included the steep 

grades and the high number of out-of-towners that Bridgewater serves.  

In March 2019, the proposed bicycle network was presented and discussed with the Active 

Transportation Committee. Input was gathered on each specific route as well as network connectivity as 

a whole.  This input is summarized in Appendix A, and was used to refine the proposed bicycle network.  

  

                                                           
4 CROW, 2016. Design Manual for Bicycle Traffic. Netherlands.  

Figure 12-Centennial Trail Bridge 
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3.2 Destinations  
 
Figure 13 shows key destinations within the Town of Bridgewater. A few critical destinations are also 
discussed below: 
 

• The Town of Bridgewater has an elementary school, junior high school, high school and an NSCC 

campus within their limits. The high school was noted to be particularly inaccessible for active 

modes. The school can be reached on foot as there is a sidewalk on one side of the road, 

though it is in poor condition. Cycling on the road is not comfortable for students as the 

roadway speed is 50 km/h, with many drivers often going faster.  

• Employment destinations in the area include the industrial area where the Michelin plant is on 

the north end of town, the call center on Dufferin Street and retail along the eastern side of the 

LaHave River. 

• Recreation areas include the Lunenburg County Lifestyle Center and skate park on the north 

end of town, the pool and museum on Jubilee Road and the marina, field house and dog park 

located near the corner of Lahave Street and Glen Allan Drive. 

Figure 13-Key Destinations within or near the Town of Bridgewater 

14-Lunenburg County 
Lifestyle Center 
15-Skate Park 
16-Best Western 
17-Business Park 
18-Gateway Plaza 
19-Pool 
20-Shipyard’s Landing 
21-Museum 
22-Kinsmen Athletic Field 
23-Exhibition Grounds 
24-Farmer’s Market 
(seasonal) 
25-Downtown Area 
 

Legend 
1-Mall 
2-Millenium 1 
Solutions 
3-Grocery Store  
4-Michelin  
5-Hospital 
6-NSCC 
7-High School 
8-Elementary School 
9-Junior High School 
10-Fieldhouse 
11-Dog Park 
12-Marina 
13-CSAP school 
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3.3 Existing Cycling Conditions  
Based on the Transportation Association of Canada guide, motor vehicle volumes and speeds are 

primary considerations when determining the types of cycling provisions needed to appeal to the 

majority of the population. Speed limits within the Town of Bridgewater are generally posted at 50 

km/h, which is considered to be too high for the majority of the population to be comfortable sharing 

the road with motor vehicles. Traffic volumes for key routes are shown in Figure 14; the busyness of 

many of these roads also constitutes a large barrier for cycling in Bridgewater. 

 

 

*AADT values come from counts taken between 2008-2018 and were not adjusted to reflect a consistent year.   
 

Figure 14- Average Annual Daily Traffic (AADT) on Key Routes in Town of Bridgewater 
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3.4 Blue Route 
The Blue Route, currently in development by the Province and BNS, will be Nova Scotia’s provincial 

bicycle network. The Blue Route is planned to approach Bridgewater in three directions, as shown in 

Figure 15. Approaching from the east, the Blue Route is planned to be designated on the Adventure 

Trail, which is a shared-use path that connects Bridgewater to Mahone Bay. From Lunenburg, the Blue 

Route approaches directly on Trunk 3 and up river by way of La Have on Route 332. Trunk 3 is planned 

as a paved shoulder bike route. Route 332 is planned as a low-traffic signed-only route, with no 

scheduled infrastructure upgrades. A third connection is planned to New Germany on Trunk 10. Paved 

shoulder additions to the highway or upgrades to the existing trail along the highway corridor are being 

considered for this route. 

Plans to connect the Blue Route into the town bikeway network should be considered as plans for 

approaches on provincial highways and trails are further advanced. The Bridgewater bicycle network 

proposal outlined below can accommodate extension of the Blue Route into the town boundary. A 

provincial Blue Route connection on Hirtle Road is suggested to connect the Highway 3 approach to the 

Adventure/Centennial Trail.  

 

 

Figure 15-Planned Blue Route on Approaches to the Town of Bridgewater 
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4.0 Proposed Bicycle Network   
Figure 16 shows the proposed bicycle network for the Town of Bridgewater. The routes were assessed 

and developed based on connectivity, access to destinations, the current barrier posed to cyclists and 

engagement with the Active Transportation Committee. The network illustrates priority corridors that 

should be re-designed to have specific accommodation for cycling.  

 

Figure 16-Proposed Bicycle Network Plan for the Town of Bridgewater 
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4.1 Short-Term Implementation Plan (5 years) 
Both connectivity and quality of infrastructure are important aspects to making cycling feasible for 

transportation. For that reason, the short-term implementation plan (Figure 17) focuses on developing 

an “All Ages and Abilities” network on the west side of town. The proposed routes were narrowed down 

from the overall bicycle network (Figure 16)predominately based on known upcoming capital projects 

with several small-scale projects added to ensure sufficient connectivity. Logan Road, Dufferin Street, 

Empire Street and High Street are all scheduled in the capital project list within the next few years, and 

LaHave Street is scheduled for repaving.  

Alexandra Ave, York Street, the trail north of Michelin and the Centennial Trail were additional routes 

that were included in the short-term implementation plan. These routes are not currently scheduled for 

construction, but form critical connections in the network. While all these routes are currently active 

mode routes in the town, each requires upgrades, sometimes significant, to be accessible for utilitarian 

purposes to cyclists of ages and abilities.  

 

Figure 17-Proposed Projects for Short Term Implementation 
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4.1.1 Project Phasing and Descriptions 
 
A more detailed breakdown of each of the projects in the short-term implementation plan is provided 
below. Some projects were identified generally as needing to be upgraded to an “AAA facility”, while 
others are described in more detail. The routes identified only as needing upgrades to an AAA facility 
will need further study to determine the appropriate facility type. Figure 19 illustrates the breakdown of 
the projects. 
 
The order of the projects below does not reflect the actual suggested phasing of building these projects. 
For phasing, the proposed projects can generally follow the town’s existing construction schedule. For 
projects where roadwork is not already planned, i.e. “standalone projects”, suggestions are provided 
below for incorporating them into the schedule. 
 
Standalone Projects  

1. Centennial Trail on the west side of town: Conduct improvements to the Centennial Trail on the 

west side of town to improve transportation access and personal safety. This portion of the 

Centennial Trail is expected to serve a significant connectivity function for cyclists in the overall 

network. 

Suggested timing: Anytime within the next 5 years.  

a. Pave the trail from High Street to the overpass. Paving the path will improve accessibility 

for all users such as wheelchair users, parents pushing strollers and all types of cyclists. 

Ensure an adequate multi-use path width of 3.0 m is maintained.  

b. Add lighting to the path from High Street to the connection to LaHave Street. As this 

section is fairly isolated, adding lighting is critical to improving the personal safety of the 

trail for travel purposes.  

c. Enhance or add trail connections to destinations on the west side. Key destinations 

included the Lunenburg County Lifestyle Centre, the NSCC campus, the skate park, and 

King Street.  

d. Review and assess existing trail-roadway crossings.  

2. Upgrade York Street and Alexandra Ave to an “All Ages and Abilities” connection.  

Suggested timing: Conduct this project in conjunction with the Logan Road project.  

3. Upgrade the trail north of Michelin as described below. 

Suggested timing: Conduct this project in conjunction with the Logan Road project 

a. Upgrade the path to a paved surface with a 3.0 m multi-use path width.  

b. Add lighting to the path. Many employees at the business park work late hours, which 

makes lighting critical for personal safety.  

c. Develop a cycling and walking connection from the trail to York Street.  
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Projects to be Completed Along with Scheduled Construction 

4. Centennial Trail along Lahave Street: Conduct spot 

improvements along the Centennial Trail on the east side of 

town.  

a. As shown on Figure 18, there are several areas 

where the Centennial Trail is not differentiated from 

the roadway (i.e. becomes the shoulder).  Evaluate 

options for differentiation such as colour, texture, 

flex-posts, concrete barrier or fully building up and 

separating the multi-use path.  

b. Consider adding a pedestrian crossing between the 

existing one at the Old Bridge and the existing one at 

the Cinema. The existing crosswalks are spaced over 

400 m apart, which can add significant delay for 

pedestrians.  

c. Pave the short section of path that connects on the 

river side.  

5. Develop an All Ages and Abilities cycling route along High 

Street, from Victoria Road to Dufferin Street.  

6. Develop an All Ages and Abilities cycling route along Dufferin Street, from High Street to King 

Street.  

7. Develop an All Ages and Abilities cycling route on Logan Road, from the trail north of the 

Michelin to King Street.   

8. Develop an All Ages and Abilities cycling route on Empire Street, from High Street to King Street. 

9. Develop an All Ages and Abilities cycling route on King Street from Empire Street to Logan Road. 

 

Figure 18- Centennial Trail next to 

LaHave Street 
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Figure 19- Breakdown of Short-Term Implementation Plan Projects 

5.0 Recommendations 

This report conducts an analysis of existing conditions for cycling in the Town of Bridgewater, and 

proposes a connected bicycle network. A short-term implementation plan is provided to assist in 

phasing of the different projects. It is recommended that the proposed bicycle network and 

implementation plan be evaluated for inclusion in the Town’s 2019 update to the Active Transportation 

Plan.  

In addition, the Town may wish to consider additional actions to promote the development of a bicycle 

friendly town. These include the following:  

• Changing town policies and standards such as the Design and Construction Standards and 

Municipal Planning Strategy to recognize the types of bicycle facilities that appeal to the general 

population as per the 2017 TAC Geometric Design Guide for Canadian Roads, and encourage 

their implementation 

• Establishing separate mode shift targets for cycling and walking  
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• Developing education, data monitoring and maintenance strategies to complement bicycle 

infrastructure implementation  

• Modifying town roadway design practices on local roads to prioritize active modes by adopting a 

30 km/h design speed, which has been recognized as a safety improvement for both pedestrians 

and cyclists 

Finally, this report constitutes Phase 1 of the Blue Route Bikeway Hubs Project. Phase 2 of the project 

was conducted concurrently with Phase 1 but is summarized separately, and primarily involved selecting 

a route for in-depth evaluation in Phase 3.  Phase 3 is expected to go from April to August 2019.  
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APPENDIX A 



Bridgewater AT Committee Meeting Notes 

March 8th, 2019 

Attendees 

BNS: Ben Buckwold & Nabila Chatur  

Bridgewater’s Active Transportation Committee 

Minimum Grid Feedback 

• North South Routes 

o Doubt expressed about likelihood of students using Logan Rd. 

due to slope, industrial nature and traffic volumes  

▪ Also, many Michelin employees come to work from 

another direction  

o Starr is recommended over Logan for connection to King and 

North to school. 

o Mention of trail cut-through between King and Fresh Cuts 

(would serve as alternative access)  

o Endorsement of King St. bikeway continuation beyond recent 

streetscape/waterfront improvement site, connects shipyard 

landing and provides access to beach 

• High Street  

o Committee endorsed path recommendation, no changes 

• Exhibition Drive 

o Endorsed route recommendation, no changes 

o Mentioned that route connects to existing pathways 

• Glen Allan Drive 

o Endorsed route recommendation, no changes  
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• Alexander/York 

o Endorsed route recommendation, no changes 

o Noted that children going to school ride on sidewalk 

• Empire/Dominion 

o Preference is Empire over Dominion  

o Noted that significant section of Dominion has been 

recapitalized recently 

o Noted that Empire is a transit route 

• Dufferin Street and Jubilee Road 

o Endorsed route recommendation, no changes 

o Noted traffic speed issues on these roads 

• Centennial Trail 

o Noted need for on trail wayfinding, especially to mark 

destinations accessible from the trail 

o Recommendation to pave sections of trail in higher traffic areas 

i.e. St Phillips – York section 

o Noted existence of trail from Small World Daycare – Gym & LCLC 

 

• Additions:  

o St. Phillips Street, connects a playground and trailer park, also 

connects to trail and transit route  

o Smith Street, connects (Hebbville?) sub-division 
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